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SUMMARY 
 
General 
 
Governments around the world are becoming increasingly aware of the importance of an 
efficient and effective Freight Logistics (FL) sector in promoting and sustaining regional 
and national economic performance. The role that FL can play in the environmental 
sustainability of the transport sector is also becoming more prominent given air quality and 
greenhouse gas implications of freight movements. In addition, there are serious constraints 
on levels of infrastructure provision required to meet projected future capacity bottlenecks.  
 
FL activities in Australia make a very significant contribution to the nation’s economic well 
being, as well as having a significant impact on environmental sustainability related 
outcomes. The FL sector is of vital importance in ensuring the competitiveness of all other 
economic sectors in what is increasingly a global economic and business environmental. 
The significance of the FL sector is forecast to increase substantially, with land based freight 
transport likely to experience rapid rates of growth. Such growth brings added pressure on 
the preservation and provision of infrastructure, as well as on urban congestion and 
environmental impacts. (eg: GHG, air and noise pollution).  
 
Freight growth is rapid and road freight is growing at the expense of other modes. The total 
Australian freight task is estimated to double over the next 20 years. The road freight task in 
Queensland (expressed in million-tonne kilometres) is forecast to increase by 130% in the 
next 20 years. 
Congestion and Capacity 
 
The challenge in Australia is to ensure that rail, road and maritime freight corridors have the 
capacity and infrastructure to keep up with the predicted growth in trade and the growing 
economy. It is essential that Government acknowledges the role of intermodalism in modern 
transportation and commerce throughout Australia, and encourages open and constructive 
dialogue with all stakeholders hence facilitating partnerships. The focus must be to ensure 
that there is the capacity and infrastructure to provide all markets with just-in-time service 
and hence Government policy and support should evolve to enhance sustainable efficiency 
through considering national transportation as a holistic system of connecting and 
complimentary transport systems, and ensuring that any of the crucial links in the supply 
chain network are not compromised by lack of capital and deteriorating infrastructure.   
 
The option to transfer freight to rail to alleviate capacity bottlenecks may not always be 
possible due to lack of an alternate rail corridors (especially on door-to-door type 
deliveries); or aging infrastructure and limited capital required to enable the rail corridors to 
increase or improve their current capacity.  High volume truck traffic along major road 
corridors is already a concern, and further increases will not only increase congestion along 
major routes through urban areas but will potentially increase congestion along major 
interstate connections and corridors linking metropolitan areas. 
 
Governments must find alternative innovative ways to attract capital to infrastructure 
developments, to build, improve, operate and maintain infrastructure in the interests of 
public good and national economic growth.  Alternatives should be considered such as 
public-private partnerships (increasingly experience indicates that many countries benefit 
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from a more cooperative relationship between government and private entities in economic 
development. 
 
Benchmarking Supply Chain Performance 
 
From a country perspective, the national supply chain can be regarded as a collection of 
individual industry supply chains, working together to effectively manage the flow of 
materials.  It includes integration of key processes, strong partnerships between transport 
nodes, and an atmosphere of trust within the business community, which is an important 
factor in developing the IT applications required for a seamless flow of information and 
efficient supply chain.  Governments need to put forward strategic initiatives which show 
vision and leadership. They need to support reliable telecommunications infrastructure, 
support training subsidies and objectives to provide the human resources with the right 
technology skill sets and they need to be proactive in their approach. Effective supply chain 
management is a strategic issue for national governments.   
 
Australia has by and large not achieved effective supply chains. There is a lack of good 
information and understanding of roles of government in supply chains. There is little useful 
data to perform benchmarking of entire supply chains or individual elements of those chains.  
In 1999-2000 the BTE estimated that freight logistic activities represented approximately 
nine percent of Australia’s GDP, this compares favourably to North America (11%), Europe 
(12%), some parts of Asia (12%) and Africa (18%).   
 
The Victorian Transport, Distribution and Logistics Industry Action Plan, has put forward a 
number of strategic initiatives to improve supply chain practices within Victorian industry, 
including benchmarking supply chain management performance and undertaking 
demonstration supply chain collaboration projects. 
 
There has been a slow rate of uptake of information and communication technology by the 
FL industry, due mainly to lack of awareness and the very fragmented nature of the industry.  
 
Supply chains are increasingly global in nature and hence there is a need for compatibility of 
e-business systems and technologies. For example, tracking data and information on 
consignments needs to encompass the entire chain irrespective of national boundaries. 
Governments can play a part by: 
 
• providing incentives for its projects and for e-business technology and systems 
uptake. 
• promoting dissemination of information to increase awareness of e-business 
models 
• benchmarking and establishing performance indicators. 
• encouraging private-public partnerships.  
• providing for common standards and linkages across all tiers of government 
 
Research and development, supported by governments, may be the key to providing 
innovative solutions to improving the freight and logistics industry in terms of transport, 
communications, safety and environmental impacts. A number of research projects are being 
undertaken around the world.  A selection of projects and strategies are summarised in 
sections 7 and 8 of this Working Paper. 
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Security Issues 
 
Following the September 11 attacks there has been a tightening of security at Australian 
aviation and maritime centres.  The role of government is to provide the policy framework 
and to regulate industry compliance with policy legislation and standards, as well as to 
investigate, evaluate and act on current and changing threats.  Industry, however, has its own 
problems; heightened security at critical links in the supply chain can cause delays and 
bottlenecks which jeopardize the efficiency of the network.   Additionally use of GPS and 
other wide-area communications and vehicle-to-roadside data communication devices will 
be required to ensure cargos are not intercepted and tampered with.  Government will need 
to impose legislation that requires transport companies to outfit their units with the 
appropriate technology and equipment. This could be costly to the private sector, both in 
terms of hardware and training costs. Smaller transportation companies may not be able to 
justify the additional costs. 
 
Privacy Issues 
 
With the growing concerns on traffic congestion, capacity and security and requirements of 
freight tracking to enable efficient processing of logistics, many of the data needs in the 
future will require sophisticated surveillance and identification capabilities and will be able 
to be used to monitor and trace individuals both in “real time” and retrospectively.    Carrier 
companies will demand the implementation of more intrusive and sophisticated ITS 
technologies, data recorded from these systems will held openly by logistics partners.   
 
This technology has both social and political implications and parliaments and government 
regulatory agencies will have a critical role in order to ensure that legal and operational 
standards are set regarding the protection of such data and collection methods.   
Education and Training 
 
It is recognised that the organisational structure of freight transportation is changing as it 
shifts from the traditional “pull” logistics to “push” logistics and “just-in-time” 
methodology.  This is creating a shift from a simpler, sometimes isolated concept to a more 
complex, integrated system of logistics, intelligent operating systems, flexible complicated 
internodal services and a requirement to co-ordinate with other systems.  The paradigm shift 
in freight transportation operations, the growing need for a holistic approach and the 
increasing awareness and importance of sustainability requires that education and training 
address these issues.   
 
FL Data Collection and Analysis  
 
The following three issues, which have been ranked the most important in a recent survey of 
policy makers and transport planners in Queensland, all have a major influence on future 
data needs and on data collection options: 
 
• changing nature of demand for freight movements  
• specific corridor freight movements  
• freight trip generation rates  
 
The following major data needs have recently been identified in Queensland: 
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• average trip times for freight routes, using a sample of the more ‘typical’ freight 
routes measure trip times including variability in those trip times. 
 
• benchmarking performance of specific freight supply chains in Queensland. This 
includes reviewing supply chain benchmarking studies and undertaking specific 
studies with industry support.  
 
• road based freight data (o-d by commodity throughout the state) is very poor. Data 
needs include: information on commodities, tonnages and origin-destination; 
commercial vehicle trip generation rates by land use type and vehicle type (including 
freight handling and logistics issues). These data are to be used for strategic 
planning; to monitor changing trends; for trip generation and trip distribution 
modelling; and freight impact assessment (eg: environmental and amenity impacts; 
etc.). 
 
• freight mode share data and modal cost comparisons to be used in strategic transport 
planning, network planning and investment appraisal.  
 
• quantification of externalities by mode to be used in investment appraisal and impact 
assessment. 
 
• Perceived travel costs and route choice factors to be used in route choice and 
assignment modelling, including the impacts of tolls. 
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1 BACKGROUND 
 
This Working Paper represents the first deliverable of a research project funded jointly by 
Main Roads and Queensland Transport aimed at identifying the role which all levels of 
government can play in the process of implementing change in the freight logistics (FL) 
sector in Queensland. That role is primarily focused on the potential for economic efficiency 
gains and on the minimisation of any adverse environmental impacts resulting from freight 
transport. 
 
The proposed study will build on the recent work by the National Transport Secretariat 
(NTS) and the Freight & Logistics Action Agenda, based on a national focus and addressing 
mainly industry needs; as well as the work undertaken by the Portfolio Agencies in 
Queensland such as industry specific studies and strategic roads based studies. The study 
will have a focus on the appropriate role for governments and will start by setting the ‘state 
of play’ for freight and logistics in Queensland. The Reference Group for this project 
comprises: 
 
• John Dudgeon; Greg Hollingworth and Dennis Walsh from MR 
• Russell Murray from QT 
• Phil Charles from UQ 
• Rod Troutbeck and Luis Ferreira from QUT 
 
The study will be undertaken in 2 stages, namely: 
 
Stage 1: Setting the scene: provide the context for the freight system in Queensland, as well 
as a national perspective; prioritisation of issues and identification of the role of 
governments at all levels. 
 
Stage 2: Investigate in detail how ITS and other initiatives can help address specific issues 
agreed to at the end of stage 1. 
 
Stage 1 tasks involved are as follows: 
• scan the Australian and overseas literature for examples of government’s role in 
implementing change in the FL sector; quantify the relative importance of the freight 
system for Queensland and for the national economy (Working paper 1). Identify the 
main stakeholders and their roles through targeted interviews.  
 
• prioritise the main issues from a government perspective. Present the information to 
the Reference Group; and decide on the more important issues that need to be 
addressed by the project. 
 
• identify the emerging strategies and tools, such as ITS systems, which are likely to 
provide assistance to the industry in addressing the issues identified earlier. 
 
• develop principles and practices to suit each priority issue in Queensland; identify 
implications of the proposed actions on the operation of the overall transport system; 
identify the implications for further research and for the core research areas to be 
pursued as part of the Memorandum of Understanding the Portfolio Agencies and the 
two universities. 
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• present the findings to the Reference Group and present the information in reports to 
Main Roads and Queensland Transport. 
 
This Working Paper is organised as follows: after highlighting the significance of the FL 
sector to the national and Queensland economies, section 3 provides examples of general 
policies and strategies related to FL adopted in other countries.  Section 4 deals with 
transport planning and freight related data needs in general, as well as relevant data gaps in 
Queensland. The policies dealing with infrastructure provision and regulatory frameworks 
have been reviewed and summaries are given in sections 5 and 6, respectively. The 
incentives used to stimulate the adoption of new technology and innovation in general are 
canvassed in section 7. The treatment of environmental impacts is the subject of section 8, 
which is followed by the main conclusions from the current review. 
 
2 FREIHT LOGISTICS: ECONOMIC SIGNIFICANCE 
2.1 Freight Logistics in Australia 
 
FL activities in Australia make a very significant contribution to the nation’s economic well 
being, as well as having a significant impact on environmental sustainability related 
outcomes. DOTaRS (2002) estimates the FL impact as 9% of Gross Domestic Product 
(GDP) or around $60Billion in 2002 dollars. BTRE (2002) estimates that the direct 
contribution of transport specific businesses was of the order of 5% of GDP in 2001, 
providing 423000 jobs or 4.6% of total employment in Australia.  
 
 Almost 2 billion tonnes of freight were moved in Australia in 1999/2000, according to 
BTRE (2002).  As shown in Table 2.1, the road freight component accounts for around 71% 
of the total task compared to rail’s component of around 26%.  In terms of tonne-kms, a 
more commonly used measure of freight task, road and rail make up roughly equal 
proportions at around 35% of the total. 
 
Rail freight has around 80% share of the East-West market with between 15% and 20% 
share of interstate freight tonnage movements on the Melbourne-Sydney-Brisbane corridors. 
 
  Table 2.1. Australian Freight Task by Mode (1999/2000) 
 
Mode 
 
Tonnes (000) Tonne-kms (million) 
Road 1,399,000 
(71%) 
 
129,000 
(35%) 
Rail 
 
508,000 
(26%) 
 
134,000 
(36%) 
Sea 
 
50,000 
(3%) 
 
110,000 
(29%) 
Air 
 
148 195 
  Source: BTRE (2002) 
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The FL sector is of vital importance in ensuring the competitiveness of all other economic 
sectors in what is increasingly a global economic and business environmental. The 
significance of the FL sector is forecast to increase substantially, with land based freight 
transport likely to experience rapid rates of growth. Such growth brings added pressure on 
the preservation and provision of infrastructure, as well as on urban congestion and 
environmental impacts. (eg: GHG, air and noise pollution).  
 
DOTaRS (2002a) estimates growth rates in the overall freight task of 70% in the last 20 
years. The freight task in Australia is growing faster than GDP with tonne-kms per unit of 
GDP at around three times the OECD average (Austroads, 2002). Freight growth is rapid 
and road freight is growing at the expense of other modes. The total Australian freight task 
is estimated to double over the next 20 years. The road freight task in Queensland 
(expressed in million-tonne kilometres) is forecast to increase by 130% in the next 20 years. 
2.2 Freight Logistics in Queensland 
 
The Transport and Storage industry represented 5.5% of Queensland’s Gross State Product 
(GSP) and contributed over $5Billion in 2000-2001, OESR (2002).  This contribution has 
been steadily growing over the last 10 years at a rate of almost 5% p.a., matching closing the 
growth in GSP of around 6% p.a. over the same period. 
 
QT (2001) estimates that the 440 million tonnes of freight currently moved in Queensland 
will increase at around 4% p.a. in the next few years (faster than passenger transport and 
population growth).   
 
Adjusting the ABS (2002) Australian freight movement study results to account for all 
freight vehicles (the above study surveyed articulated vehicles only), it is estimated that 
Queensland accounts for almost 25% of the total freight tonnage task for Australia, the 
second highest state freight tonnage task behind New South Wales (28%). As shown in 
Table 2.2, the contribution of Queensland to the national freight task, in terms of tonne-kms, 
is of the order of 29%. 
 
 Table 2.2. Queensland Freight Task (2001, as % national tonne-kms) 
Mode  % of National 
tonne-kms 
Road 
 
22 
Rail 
 
33 
Sea 
 
33 
Air 
 
21 
 
In 2001-2002 there were 82000 workers in the transport industry, representing 
approximately 4.8% of the work force in Queensland, OESR (2002).  Total employment in 
the FL sector is higher due to the number of in-house freight operations where the core 
business is not freight.  After experiencing strong growth from 1995 to 1998 (average 3.3% 
p.a.), the number of people employed dropped from 87 000 to 82000 in 1999 and has 
remained reasonable constant since.  This points to recent increases in labour productivity, 
in terms of employees per tonne-km of freight task.  
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Road Transport 
 
Road freight in Queensland represents approximately 21% of the total Australian tonnage 
task with approximately 277 million tonnes moved in 2001. This task represented around 
395 Billion tonne-kilometres of freight moved. 
 
Some of the commodities carried by road include agricultural products, logs and sawn 
timber, fertilisers and other chemicals, sand, stone, iron ore and other crude materials, coal, 
petroleum and other fuel products, machinery, motor cars and other transport, cement, 
concrete and clay bricks, metals, other manufactured goods and general freight, Symons 
Travers Morgan (1996). 
 
In 1999 there were a total of  85,700 trucks and 396,300 commercial vehicles registered in 
Queensland, ABS (2001a). New truck registrations have grown over the last 10 years at an 
average rate of around 11.5% p.a..  By contrast, new registrations for passenger vehicles 
have grown 7.1% p.a. over the last 10 years. 
 
Rail Transport 
 
The rail industry in Queensland contributed 34% to the Australian rail freight tonnage task 
moving 173 Billion tonnes in 2001, ABS (2002).  This task represented 33% to the total 
Australian tonne-kms. Most of this task concentrates on the transport of bulk commodities 
such as minerals, grain and livestock where the economies of scale make rail transport cost 
effective.  Queensland Rail (QR) is the largest transporter of coal in Australia with more 
than 135 million tonnes moved in 2001-2002, of which 92% was for the export market, QR 
(2002).  Other products moved by rail in Queensland include bulk minerals, concentrates, 
explosives, acids, chemicals, fertiliser, fuel, bitumen, cement, fly ash, lime, iron, steel, fruit 
and vegetables, sugar, cotton, meat, hides, bentonite, aluminium, magnesia, timber and 
wool, QR (2002).   
 
In Queensland, the average rate of growth in tonnage carried by rail has been of the order of 
9% p.a. for past 5 years.   
 
Shipping 
 
Shipping is an important freight mode in Queensland used to move some 185 million tonnes  
in 2000-2001, with 6400 ship visits to Queensland Ports, QT (2001).  The volume of freight 
moved has experienced significant growth over the last 5 years with and average growth rate 
of almost 8% p.a. since 1996-1997.  The bulk of this trade is handled by Gladstone, Hay 
Point and Brisbane, contributing 72% of the total market.  Hay Point handles the highest 
volumes of freight with 37.5% of the total market in Queensland.  In terms of growth Hay 
Point and Gladstone have been the major contributors to the growth in total tonnage, with 
growth rates of 10.4% p.a. and 8.1% p.a., respectively over the last 5 years.  Brisbane has 
shown growth rates of approximately 3.5% p.a. over the last 5 years (primary data provided 
by OESR, 2002). 
 
Coal tonnages moved were followed in order of size by Bauxite (12 %), petroleum products 
(7.6 %), and non-ferrous metals (3.5 %).  Other materials transported include:  Alumina & 
aluminium, cement clinker, chemicals and fertilisers, general cargo, grains and cereals, meat 
and associated products, molasses & invert, salt, sand, sugar and wood.   The growth in total 
tonnes moved can mainly be attributed to the coal industry with an average growth rate of 
The Role of Governments in Improving Freight and Logistics   5 
                       
Transport Research @ QUT 5/12/2005 
10.2% p. a. over the last 5 years.  Other strongly growing commodities include petroleum 
products (3.2% p.a.); non-ferrous metals (8.8% p.a.); and Bauxite (4.4%). Chemicals and 
fertilisers (11.9% p.a); general cargo (14.4% p.a.), cement clinker (19.6% p.a.), and meat 
and associated products (8.8%), also show strong growth. 
 
3 GENERAL GOVERNMENT POLICIES AND STRATEGIES 
 
Governments around the world are becoming increasingly aware of the importance of an 
efficient and effective FL sector in promoting and sustaining regional and national economic 
performance. The role that FL can play in the environmental sustainability of the transport 
sector is also becoming more prominent given air quality and greenhouse gas implications 
of freight movements. In addition, there are serious constraints on levels of infrastructure 
provision required to meet projected future capacity bottlenecks.  
 
The degree of government intervention in transport policy depends on the level of 
involvement that government has in ownership, provision and operation of transport 
infrastructure. Governments may be responsible for the planning, investment, pricing and 
decisions relating to transport infrastructure and operations, Allen Consulting Group (2001). 
Governments need to be involved in strategies relating to FL for a number of reasons, 
namely: 
 
• an efficient FL industry is integral to the economic sustainability of a nation (i.e. in 
contributing to gross national and regional domestic product, generating revenue and 
providing jobs). 
• transport infrastructure, historically, is considered as a public good and therefore the 
responsibility of governments to upgrade and maintain. 
• governments have a role in attempting to recover the costs of externalities from 
transport (e.g. pollution, congestion and accidents). 
• by promoting modal shift to more effective modes, governments can influence more 
efficient use of all transport infrastructure. 
• fees and taxes paid for facilities, infrastructure and information services can be an 
important source of revenue to governments. 
• improvements to the efficiency of the FL may be achieved through government 
promotion of innovative techniques and new technologies. 
• improvements to the efficiency of the FL sector may also be provided by 
standardisation of infrastructure and systems across states (e.g. Australia) or nations 
(e.g. Europe). 
• governments have a role in supporting the development of non-profit informatization 
services and infrastructure in order to enable and facilitate the efficient flow of 
information for logistics activities (i.e. enable seamless data and information 
exchanges among entities in the internodal operations) 
• it is becoming increasingly obvious that it is untenable for individual organisations to 
fund or provide the high standard of infrastructure required to support the level of 
efficiency of FL demanded by the impacts of globalization and economic growth.  
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Governments have a variety of measures to influence decisions made by all stakeholders in 
the FL sector.  They provide instruments, such as, policies, strategies, legislation and 
regulations.  For example: 
• environmental policies to implement taxes and charges to cover the cost of 
externalities.  
• vehicle taxes and user-pays mechanisms (toll roads) to enable associated 
infrastructure to be maintained. 
• policy frameworks promoting transport efficiency and facilitating modal reform. 
• regulatory measures, for example, licensing exemptions and truck bans. 
• regulations controlling vehicle weight and dimensions to preserve the infrastructure 
and control safety and environmental impacts. 
• financial aid or subsidies, for example, in the construction of terminals, purchase of 
specialist rolling stock and support for innovative technologies. 
• deregulation and privatisation to encourage competitiveness. 
A literature review has been undertaken in order to identify specific examples of the role of 
governments, both overseas and Australia, in implementing change in the freight and 
logistics industry. 
Most countries reviewed have transport policies and strategies in place, but only some have 
specific freight strategies.  Examples are shown in Table 3.1. 
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Table 3.1 FL Transport Policies: Some International Examples 
European 
Commission 
Common Transport Policy, European Transport Policy for 2010: Time to Decide - 
to create a framework for sustainable mobility with the aim of creating competition 
between modes of freight transport and efficient freight transport systems through 
harmonised regulations and making better use of existing infrastructure, Allen 
Consulting Group (2001). 
Trans-European Networks - conducts activities aimed at linking EU networks 
ensuring access and improving interoperability, EC (2001). 
UK A New Deal for Transport: Better for Everyone – aim to provide a plan to transport 
freight sustainably by increasing the use of rail freight, inland waterways and coastal 
shipping, UK Dept Transport (1998). 
Sustainable Distribution: A Strategy – deals with the integration of the freight 
distribution system, UK Dept Transport (1999). 
Netherlands 
 
National Traffic and Transport Plan replaced Transport in Balance - adopted as the 
plan of approach for freight transport, focussing on integration and sustainability of 
the Dutch freight transport system, Allen Consulting Group (2001). 
Second Structure Plan – designed to address transport issues until 2010 and 
represents a move to an ‘anticipate and prevent’ approach, Allen Consulting Group 
(2001). 
South Africa 
 
Moving South Africa - identifies roles of government as being to create density by 
focusing freight flows on priority segments in selected corridors of a strategic 
network; to define appropriate roles of different transport modes and to remove 
obstacles to firm-level competitiveness.  Allen Consulting Group (2001) and South 
Africa (1999). 
Japan Comprehensive Programme of Logistics Policies - goals of reducing transport costs 
and to cope with negative externalities, OECD (2001). 
Canada National Transportation Strategy, OECD (2001). 
USA 
 
Intermodal Surface Transportation Efficiency Act of 1991, Transportation Equity 
Act for the 21st Century, North American Freight Facilitation Strategy, National ITS 
Program, ITS/Intermodal Freight Program, National Transportation Education 
Strategy, Allen Consulting Group (2001) and OECD (2001). 
The Safe, Accountable, Flexible and Efficient Transportation Equity Act of 2003 
(SAFETEA), serves as the largest surface and public transportation investment in 
U.S. history.  National program to help modernize  federal safety programs, create 
jobs and sustain economic growth, reduce congestion and minimize project delays, 
increase funding flexibility for states and localities, improve  public transit 
efficiency and help protect the environment. 
 
Czech 
Republic 
System support of combined transport development in the Czech Republic in 1999-
2000/2005 - aims to ensure a partial transfer of road freight transport to rail and 
water modes of transport, which are more environmentally friendly, OECD (2001). 
Norway National Transport Plan 2002-2011 – represents the first step in a comprehensive 
Norwegian intermodal policy; need for improvements in infrastructure; and 
increased capacity for rail freight, OECD (2001). 
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In Australia, there are particularly infrastructure needs at the national level (eg: very poor 
level of infrastructure in most rail corridors of national significance; road and rail access to 
ports is also poor in some cases). There is a need to have rail reform, including uniform 
access pricing regimes at the national level, to encourage intermodal solutions. There is 
increasing focus in developing regional freight centres with good road, rail access and linked 
to national networks.  
 
The Federal Government has influence on infrastructure investment, regulatory oversight of 
national standards, and customs responsibilities. Examples of Australian strategies with 
reference to freight are shown in Table 3.2. 
 
Table 3.2 FL Transport Policies: Australian Examples 
Australia in 
general 
Freight Logistics in Australia: An Agenda for Action, Industry Steering 
Committee of the Freight Transport Logistics Industry Action Agenda, 
DOTaRS (2002). 
Victoria Victorian Transport, Distribution and Logistics Industry: Action Plan – 
highlights the strategic initiatives required of the transport, distribution 
and logistics industry in Victoria, by the Victorian Government and by 
Government and industry jointly,  VDSRD (2002). 
New South 
Wales 
Action for Transport 2010, NSWDOT (1998). 
Freight 2010 – one of three companion documents due to follow the 
overall transport plan. 
 
Australia also has a number of government agencies that, amongst other roles, have a 
responsibility to provide expertise regarding issues in the freight and logistics industry.  For 
example, the Bureau of Transport and Regional Economics (BTRE), Australian Bureau of 
Statistics (ABS), National Road Transport Commission (NRTC) and the  National Transport 
Secretariat (NTS). In terms of operational aspects and provision of infrastructure, freight 
policy in Australia has historically focussed on specific modes of transport.  However, this is 
due to change with the AusLink proposal for integrated transport planning and funding.   
 
4 TRANSPORT PLANNING FOR FREIGHT LOGISTICS 
4.1 General 
 
In Australia, the Federal Government has some involvement in transport matters but its main 
focus is in funding infrastructure and formulating general policy and regulatory frameworks. 
Traditionally, transport planning has been the responsibility of individual States.  The 
Federal Government is responsible for the upgrading and maintenance of the National 
Highway system.  Local Government is responsible for maintaining local and regional 
roads, with support and funding provided by the State Governments. 
The roles and responsibilities for planning and funding of the land based transport system 
are currently undergoing significant change with the federal government setting out its 
vision in a Green Paper on the subject - Auslink, DOTARS (2002a).  
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The Auslink proposals are aimed primarily at addressing issues of modal performance and 
competition through a rolling 5-year planning program of integrated projects across modes. 
There are inconsistencies in way roads, rail, airports, and ports are currently planned and 
evaluated. Currently there are well established ways of evaluating the economic benefits of 
roads but the other modes are mainly evaluated on a commercial basis only. Auslink 
proposes that a consistent project evaluation methodology be developed.  
 
It is likely that future transport planning and evaluation will need to be addressed in a more 
rigorous and systematic way at all levels of government.  This will require increased 
emphasis on adequate data and information for decision making. 
 
4.2 Data Needs for Freight Logistics 
 
A recent study undertaken for Queensland Transport on the development of a framework for 
strategic decision making, as well as a data/information needs assessment, has identified FL 
as a key area where data gaps exist in Queensland, QT (2002). This section summarises the 
findings of that study in relation to FL data issues. 
 
Data in this area are needed for a variety of reasons, namely: 
• strategic transport planning. 
• transport policy formulation and assessment. 
• network performance monitoring. 
• travel demand forecasting. 
• road safety analysis.  
• infrastructure project appraisal. 
• infrastructure maintenance planning. 
• traffic impact assessment. 
• environmental impact assessment. 
 
The following datasets related to FL are currently available for transport planning and policy 
analysis in Queensland: 
• Aust. Bureau of Statistics (ABS) data on vehicle usage by type. 
• FreightInfo database, FDF Management Pty Ltd. Very aggregated data supplied by 
companies.  
• freight volumes by major corridor, NTS. 
• trade statistics for Qld Ports, QT. 
• rail based O-D data by commodity and movement costs, QR (Confidential). 
• registration and licensing database showing locations and numbers of registered 
vehicle types by location, QT.  
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• South East Queensland/Brisbane metropolitan freight study (1994). Roadside 
interview survey data, mode, commodity, origin, and destination, QT. 
• road network performance overview report, MR (forthcoming).  
• Qld. Road Freight Industry Study, QT (Symons Travers Morgan for QT, 1996)  
• Queensland Industry Studies forecasting demand for specific industries (eg: 
Forestry, 2000; Sugar, 2001; Beef cattle, 1998; Agriculture industry impact study, 
1993; Manufacturing, 1993; and Strategic tourism roads study, 2000). These Main 
Roads reports highlights the specific use of roads by industry. 
• ARMIS/TARS. Classified traffic counts. (numbers of vehicles, vehicle type, speed, 
by time of day), MR. 
• weigh-in-motion data on heavy vehicle characteristics. Vehicle type and weight per 
axle group, MR.  
• vehicle crash database, QT.  
• SMART (strategic management analytical reporting tool set), QT. This records 
traffic offences notices issued by QT and the Police. 
 
Data Needs in Queensland 
 
Current data sets give only broad information on freight transport task (eg: ABS surveys of 
motor vehicle use; Bureau of Transport Economics (BTE) aggregate data linking freight task 
with GDP). For planning and policy work, there is a need for analysis at the regional, 
corridor and industry sector levels. Traffic volumes on road links provide useful trend 
analysis but give little clue as to causal relationships. Data is needed on the FL industry to 
understand how that industry might react to policy changes and to assess the effectiveness of 
such changes. It has been recognised that there is lack of knowledge on logistics activities 
and practices Australia-wide (DOTaRS, 2002).  
 
The following recent/current studies elsewhere in Australia, are relevant to FL data needs 
for Queensland: 
• the NSW Transport Data Centre and the BTE have commissioned a freight 
modelling study for Sydney (currently underway). 
• Austroads recently commissioned studies: planning for freight in urban areas 
[Australian Road Research Board (ARRB); freight transport and regional 
development (BTE); valuation of externalities (ARRB)]. 
• Austroads led ‘Intelligent Access Project’ – Evaluation of the use of Global 
Positioning Systems and communication technologies to monitor/enforce 
compliance for vehicles operating outside general access conditions. 
• National Transport Secretariat (NTS) projects: E-business impacts on transport; 
Strategic freight corridors of national significance (annual tonnes by corridor); 
improving the freight system in Australia – national freight system profile; 
reducing freight transport emissions (energy and emissions inventory 
development), NTS (2002 and 2002a). 
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• DOTARS:  Allen Consulting Group (2001); Freight Logistics Action Agenda, 
DOTARS (2002). 
• BTE – freight forecasting: BTE Information Sheet 15 (1999) gives forecasts of 
freight demand for a 15 year period. (3% p.a. growth in truck volumes Australia-
wide). BTRE (2001) provides nationally based data on the logistics industry.  
• Performance Based Standards (National Road Transport Commission and 
Austroads). 
 
Urban freight modelling capability in Queensland needs significant improvement for 
network planning purposes, as well as for the evaluation of policy options. For example, 
shifts to night time and 24-hour operation in urban areas may offer opportunities for 
improved utilisation of road space. Data are needed to assess such options. The main policy 
areas which require better data include: 
• quantifying elasticities of demand. 
• e-business/e-commerce impact estimation. 
• infrastructure needs assessment. for example, queensland vehicle registration data 
points to significant increases in multi-combination vehicles (mcv) in recent years  
(100% increase in b-doubles).  
• intermodal needs assessment that involves knowledge of the actual and perceived 
costs of transporting freight by each alternative mode and how other factors 
influence choice of mode. 
• quantifying externalities (EU is moving towards and the inclusion of total costs in 
the pricing regimes, including environmental and other costs. There is a need to 
understand mode choice impacts of such price changes). 
• increases in overloading may lead to road damage and there are road versus rail 
policy implications – data are needed to make appropriate decisions and guide 
policy responses. 
• light commercial vehicle fleet (lcvs) are growing rapidly – there are implications 
for environment, urban amenity, congestion, roads design and the inputs to the 
economic evaluation of road improvements (eg values of commercial time are 
high). 
 
There is also a need to have a greater understanding of, and the ability to quantify, the major 
determinants of freight modal choice. Table 4.1 summarises the main types of data needed 
and associated purposes. Critical data for freight planning tends to fall under the categories 
of demand estimation and specific location/corridor movement analysis. The following three 
issues, which have been ranked the most important in a recent survey of policy makers and 
transport planners in Queensland, all have a major influence on future data needs and on 
data collection options, (Ferreira, 2000): 
 changing nature of demand for freight movements  
 specific corridor freight movements 
 freight trip generation rates  
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Table 4.1  Freight Data Needs 
Type of data needed Purpose 
Corridor freight flows Transport freight task by corridor; trends 
assessment; and corridor planning. 
 
Commodity, tonnages and origin-destination 
data. 
Strategic planning; monitor changing trends; 
trip distribution modelling; and corridor 
performance. 
 
Major industry O-Ds; individual industry O-
Ds; movement of primary industry products. 
Network analysis; specific freight tasks; 
location of imtermodal facilities. 
Data on new and emerging industries; Extent 
of spare capacity: local, intrastate and 
interstate. 
Network and facilities planning.  
Assessment of trade; interstate commodity 
movements. 
Assessment of costs and benefits of 
landbridging. 
 
Mode share data and modal cost comparisons. Network planning; strategic transport 
planning; investment appraisal. 
 
Commercial vehicle trip generation by land 
use type and vehicle type (including freight 
handling and logistics issues). 
 
Trip generation modelling 
  
Perceived travel costs and route choice 
factors 
Route choice and assignment modelling, 
including effects of tolls. 
 
Industry higher mass limit data. Policy assessment. 
 
Traffic counts, vehicle composition and 
loading, pavement standards. 
 
Pavement and geometric design of roads. 
Warehouse demand by Local Government 
area. 
Assessment of trends in industry and 
warehousing. 
 
New vehicle technologies; vehicle types and 
likely growth trends.   
 
Approval/regulation/route selection.   
 
There are many factors that are playing a part in changing the nature of freight movement 
demand. Those factors include national and regional macroeconomic policy settings, export 
industry competitiveness, total supply chain productivity, vehicle productivity and 
technological innovation.  Although a discussion on the reasons for likely changes in 
demand falls outside the scope of this paper, there is one key area which is likely to change 
significantly the requirements for freight related transport. This is the area of e-business as it 
will affect the demand for freight flows. Likewise, the way in which data can be collected 
will be affected by e-business developments, as well as by the implementation of a range of 
Intelligent Transport Systems components (NTS, 2000). The following main impacts, which 
were identified by the NTS sponsored study require supporting data and analysis: 
• Increased Freight Demand: increases in transport demand through increases in 
freight task due to wider choices of supplier/provider. Additional demand, mainly on 
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road based transport, given its greater flexibility, level of service and ability for 
value adding services.  
• Higher Levels of Demand for Goods and Services: due to savings of business 
transaction/administration costs as administration intensive conventional logistics 
activities are replaced. Increased total vehicle kilometres by Light Commercial 
Vehicles (LCV) for local centre/home delivery will increase congestion, unless 
deliveries are made off peak. Such deliveries will affect greenhouse gas emissions 
(GHG) and air quality negatively, unless alternate fuel use increases. 
• Increased Customer Expectations/Requirements for Logistics/Distribution tasks 
requiring greater flexibility and greater levels of reliability in the delivery of goods 
and services. Information is a critical component in the supply chain and it will drive 
change in logistics. E-business adoption will mean less predictable flows, smaller 
orders placed more frequently and some parts of the distribution chain disappearing 
altogether.  
• Changes in Location Preferences: location decisions by firms: consolidation trends 
into major centres; local distribution/collection centres using established ‘bricks and 
mortar’ (eg: seven-elevens; petrol stations; newsagents; etc.). Possibly small 
warehouses for freight will emerge. 
• Logistics Operators Increase Productivity: through better scheduling and routing 
software. This leads to cost reductions, less empty running and reduced emissions 
and GHG. Congestion, unreliability and costly inventories as a result of the lack of 
information about road network capacities and conditions can lead to added costs. It 
has been estimated that these problems cost 15% of total transportation costs in the 
European Union, Alt and Klein (1998).  
• Intelligent Transport Systems (ITS): Detailed information on vehicle movements is 
possible with GPS and mobile data communications. Such technology allows more 
efficient vehicle utilisation through improved load allocation and better tracking of 
consignments.  
• Change in freight demand: Although it is thought that their may be an increased 
freight demand for smaller more frequent deliveries, e-business may also eliminate 
many journeys by allowing certain products (eg books, periodicals, music, home 
entertainment) to be downloaded electronically.  On the other hand, changes in ship 
container size may lead to larger containers being carried by road or alternative land 
routes. 
 
5 INFRASTRUCTURE PROVISION 
 
In Australia, projects of national significance are the primary financial responsibility of the 
Federal Government. The AusLink proposal indicates the Federal Government’s intention to 
move beyond full funding of the national highway system to joint Federal and State funding 
of a broader national land transport network. 
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Concentration of transport infrastructure investment in many countries in the past has been 
on building and maintaining the road networks. However, there is increasing recognition of 
the benefit of investment in rail infrastructure to minimise the costs of externalities, by 
achieving modal shifts from road to rail, wherever appropriate. 
 
The Trans-European Networks conducts activities aimed at linking European Union (EU) 
networks ensuring access and improving interoperability, EC (2001).  The EU Hispeedmix 
Project was initiated in order to study the future potential of the European high speed 
railway network with a view to providing a fast goods service, EC (2001a). 
 
The European Union (EU) is currently looking at ways of financing trans-European 
Networks and of overcoming resistance from individual countries for trans-national projects. 
Key results to date indicate that: near-optimal charges can be implemented in practice; 
charges can take account of congestion, pollution and accidents; pricing reform will benefit 
society as a whole; and new patterns of charging will change travel behaviour, EC (2001b). 
Public-private partnerships are one way which may offer a solution to implementing the 
trans-European network projects. The partnerships may be joint ventures, concessions or 
hybrid types (where the project consists of several components with a special purpose 
vehicle in control of the overall project), EC (2001). 
 
The UK Government provides funding to companies in the form of Freight Facility Grants 
to encourage modal shift in the movement of freight away from roads.  The aim of the grants 
is to offset some of the costs of investment in infrastructure required by alternative modes, 
OECD (2001). 
 
Switzerland has adopted a program of rail infrastructure projects that are more than 50% 
funded from charges on heavy goods vehicles, part of the proceeds from the mineral oil tax 
and an increase in VAT (value added tax), EC (2001c). 
 
A number of measures have been introduced to support Austrian transport policy, including 
financial incentives and a range of political and legislative measures for the promotion of 
combined transport.  Support for investments in combined transport may be granted under 
the programme for the promotion of intermodal freight transport by road, rail and inland 
waterways.  The aim is to transfer freight to more environmental-friendly modes of 
transport.  Eligible projects include: intermodal transport terminals; loading equipment; 
cranes; containers; swap bodies and innovative technologies; for improving intermodal 
transport. Improved information systems for intermodal transport are also being introduced, 
OECD (2001). 
 
The government in the Czech Republic has contributed significant funding for a range of 
transport and intermodal projects.  The Ministry of Transport plans to provide financial 
support for projects such as purchase of railway wagons, contribution to purchase of swap 
bodies and lifting equipment and indirect investment towards the modernisation of national 
rail corridors. Investment grants for intermodal transport terminals and rolling stock are also 
planned in Hungary, OECD (2001). 
 
Subsidies for local governments and investment loans and/or tax deductions are applied for 
various types of infrastructure investments in Japan.  In the United States, funding has been 
made available for infrastructure projects, the development of intermodal loading units and 
on certain non-profit routes, OECD (2001). 
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New Zealand has assessed the cost-benefit of increasing the weight and dimensions of heavy 
vehicles by means of the Heavy Vehicle Limits Project. It investigated the effect to 
infrastructure (pavements, bridges, road geometry, environmental impact and safety) and 
assessed the economic impact of such an increase, Allan Kennaird Consulting Ltd (2001). 
 
5.1 Congestion and Capacity 
 
Increases in the volume of freight will potentially put a strain on the transport network.  In 
Australia this could be particularly exacerbated by the creation of potential bottlenecks 
along the national and interstate corridors (particularly on the Eastern coast) and especially 
through areas where conflicts may occur between urban transport and freight carriers.   
 
The option to transfer freight to rail to alleviate these bottlenecks may not always be 
possible due to lack of an alternate rail corridor (especially on door-to-door type deliveries); 
or aging infrastructure and limited capital required to enable the rail corridor to increase or 
improve its current capacity.  High volume truck traffic along major road corridors is 
already a concern, and further increases will not only increase congestion along major routes 
through urban areas but will potentially increase congestion along major interstate 
connections and corridors linking metropolitan areas. 
 
The report “Freight Capacity in the 21st century” (TRB 2001) argues that if congestion 
worsens (which it has been predicted to do so) the long-term consequences will not be a 
“massive breakdown”.  The report states that “Freight markets have self-correcting 
capabilities” and “users will adjust to accommodate or avoid congestion”, in other words 
increasing levels of congestion can act as a brake on further traffic growth and motivate the 
transition away from truck traffic to alternative modes of freight transport such as rail.   
 
However, it is evident that there are many cities around the world with substantially greater 
congestion levels worse than predicted for Australia even as far in the future as 2015.  These 
cities are now facing massive congestion, pollution and safety issues.  For example, despite 
heavy congestion problems in many major European cities, road haulage in the EU 
continues to exceed the growth in demand for rail and inland waterway transport (Figures 
from the European Rail Research Advisory Council (ERRAC)).  Hence it appears that 
congestion problems do not solve themselves but rather manifest themselves in increased 
transportation costs and reduced supply chain efficiency.  It is clear increased congestion 
can potentially impose limitations which may ultimately overburden the national economy 
by destroying the reliability of the network and hence cause new developing concepts in 
transportation such as “just in-time production” and “push” logistics no longer work, thus 
limiting options, decreasing competitiveness and contributing to price volatility.       
 
Based on the experience of Europe and US, it is evident that it is not a viable option for 
Australia to wait for congestion to provide an acceptable answer to its own problem or give 
origin to private investment in alternative modes of transport.  This is not a case of “finding 
a solution because the problem will arise” but “finding a solution because the problem is 
coming….”  In fact it is already here resulting in increasing congestion, and unless actions 
are taken on a Government level to meet future capacity needs and improve efficiencies, the 
current issue will only worsen.   
 
It should not be expected, however, that either Government or private sectors should bear 
the responsibility of implementing effective strategies or capital investments to solve these 
issues alone.  Governments must find alternative innovative ways to attract capital to 
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infrastructure developments, to build, to improve, to operate and maintain that infrastructure 
in the interests of public good and national economic growth.  Alternatives should be 
considered such as public-private partnerships (increasingly experience indicates that many 
countries benefit from a more cooperative relationship between government and private 
entities in economic development (Rosenau 1999, Lockwood et al 2000).  Likewise, the 
private sector must find ways to enhance the profitability and efficiency of existing markets 
 
Capacity issues are complicated by a variety of unknown issues, such as the degree of 
uncertainty about the way container traffic will develop during the next ten years.  An 
investigation by Australia’s Bureau of Transport and Regional Economics has predicted that 
there may be a substantial growth in the use of 40 foot containers as opposed to 20 foot 
containers.  This trend could have serious implications on infrastructure capacity, increasing 
cargo weight being carried by rail and road and creating port capacity problems at Adelaide 
and Melbourne, whose ports are not large enough to handle the larger containerships 
designed to carry the larger containers.   
 
Another major unknown is the uncertainty on the full impact of an increasing reliance on 
“just in time” inventories, advanced technology, the growth of e-logistics and a changing 
business environment.  It is predicted that these factors will create a demand for smaller, 
flexible and reliable shipments.  In contrast, the growth of technology and e-services has 
initiated a growing number of people to work from home part-or full-time.   This segment of 
the workforce may substantially increase in the next ten years and no longer commute 
regularly.  Additionally, there are many goods which in the future may be downloaded from 
the PC at home such as (newspapers, periodicals, books, CD’s, DVD’s) and services which 
may in future be primarily done at home on line (browsing/shopping (although online 
shopping may be considered insignificant at present it is predicted that this may change 
when the majority of internet users have access to broadband), games (i.e. virtual reality, 
meetings (both business and social), financial transactions), thus decreasing the number of 
journeys the average household undertakes to obtain these items and potentially causing a 
paradigm shift in the low volume transportation industry.  Therefore, although it is 
envisaged that the current wave of technology may initiate an increase in low volume traffic 
and hence aggravate current levels of congestion and capacity, similarly it may cause a 
decline in mobility and public transport which could neutralize the aforementioned. 
 
Capacity limits are not restricted to inadequate resources but also become evident in the 
environmental field with the destruction of natural resources and in the social field with the 
decreasing quality of life.   
 
Various programs have been initiated in the US to address these issues.  Through the 
enactment of the Intermodal Surface Transportation Efficiency Act of 1991 (ISTEA) and the 
lata Transportation Equity Act for the 21st Century (TEA-21), a new innovative financing 
program was born which fostered the support of increasing productivity, capacity and 
efficiency of transportation as a system of complimentary modes without compromising 
environmental quality.   
 
On the 11th June 2003 this policy was replaced by the Safe, Accountable, Flexible and 
Efficient Transportation Equity Act of 2003 (SAFETEA), which once enacted will help 
“modernise federal safety programs, create jobs and sustain economic growth, reduce 
congestion and minimise project delays, increase funding flexibility for states and localities, 
improve public transit efficiency and help protect the environment” 
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Various Governmental studies have been undertaken which identified $6 billion of needed 
improvements to meet capacity needs over the next twenty years.  Additionally, the 
Chamber of Commerce is currently conducting a study to establish capacity constraints at 
U.S. container ports, where many of the ports are struggling to handle the larger 
containerised vessels and the increase in traffic.    
 
The challenge in Australia is to ensure that rail, road and maritime freight corridors have the 
capacity and infrastructure to keep up with the predicted growth in trade and the growing 
economy. It is essential that Government acknowledges the role of intermodalism in modern 
transportation and commerce throughout Australia, and encourages open and constructive 
dialogue with all stakeholders hence facilitating partnerships. The focus must be to ensure 
that there is the capacity and infrastructure to provide all markets with just-in-time service 
and hence Government policy and support should evolve to enhance sustainable efficiency 
through considering national transportation as a holistic system of connecting and 
complimentary transport systems, and ensuring that any of the crucial links in the supply 
chain network are not compromised by lack of capital and deteriorating infrastructure.   
 
5.2 International Freight Gateways 
 
The growth in free trade, concerns about national security, a natural gravitation of 
population towards the coastal and border regions including international immigration, will 
cause additional costs and congestion around Australia’s international gateways and 
gateway communities.  The US Department of Transportation study (2002) highlights the 
“free rider” problem associated with gateways, where costs and congestion associated with 
freight transport are borne locally whilst the benefits are distributed throughout the country. 
 
The US DoT has suggested that major objectives of any initiative to enhance international 
freight transport via gateways take into account the improvement of gateway throughput, 
enhancement of national security and the relief of congestion and community impacts. 
 
Considering the similar population distribution in Australia, i.e. greater congestion in and 
around the portal gateways, the direct affect of initiates to increase capacity or traffic on the 
gateway community should be directly considered. 
 
 
6 REGULATORY FRAMEWORKS  
 
The ‘Common Transport Policy’ in the EU aims to create a framework for sustainable 
mobility with the aim of creating competition between modes of freight transport and 
efficient freight transport systems through harmonised regulations, Allen Consulting Group 
(2001). 
 
Regulations in Austria include licenses for non-EU vehicles and driving bans at weekends 
and at night.  However, intermodal traffic is exempt from most of these limitations.  
Regulatory measures in support of intermodal traffic include specific exemptions from 
driving bans at weekends and at night. Indirect support for intermodal traffic in the Czech 
Republic includes exemptions from road tax law and driving bans, OECD (2001). 
 
in Hungary regulations on the development of intermodal transport have to be harmonised 
with the Guidelines of the EU.  Regulations include exemptions for foreign carriers 
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operating intermodal traffic from having to hold an international freight transport licence; 
reduction in vehicle tax and exemption from the use of an international road transport 
licence; exemption from vehicle tax; and exemptions for intermodal traffic from certain 
driving bans.   
 
Policies in the Netherlands are aimed at improving individual modes of transport, but 
specific intermodal instruments include: stimulation of the development of terminals; 
expansion of the capacity of the inland waterway network; temporary subsidy arrangement 
for rail and inland waterway connections; stimulation of alternative transport systems; trial 
involving longer and heavier trucks; special lanes for trucks; projects aimed at reducing 
empty running; and promoting physical planning favouring multimodal business parks, 
OECD (2001). 
 
Shifting freight traffic to rail and limiting the volume of road vehicles crossing the Alps by 
introducing a 28t maximum vehicle weight, bans on night and Sunday driving is the position 
taken by Switzerland.  However, this policy has contributed to diverting traffic flows to 
avoid crossing the country.  Switzerland intends to adapt its regulations, particularly to bring 
weight limits in line with EU regulations, and consequently increase taxes and fees paid by 
road transport to cover the full costs generated by this mode of transport, OECD (2001). 
 
Policy in Mexico consists of: deregulation of road transport, maritime transport and, to a 
lesser extent, air transport; privatisation of transport companies; and joint ventures with the 
participation of international investors in transport companies and strategic/commercial 
alliances, OECD (2001). 
 
Mode specific regulation changes in Japan include increasing the geographical business area 
for the trucking business; lowering the minimum number of vehicles per company; 
abolishing supply-demand adjustment regulations in the rail freight business; introducing 
measures to reduce dependence on the tonnage adjustments program in domestic coastal 
shipping; and investigating the possibility of abolishing the supply-demand adjustment 
regulations in the ports and harbours transport business,  Allen Consulting Group (2001). 
 
Following a review of the FL industry in Australia by the Industry Steering Committee of 
the Freight Transport Logistics Industry Action Agenda, (DOTRaS, 2002), five principles to 
guide government’s regulatory reform in the industry have been identified, namely: 
 
• a ‘whole of logistics chain’ approach. 
• the need to recognise the linkages between regulation, accreditation regimes, 
industry performance and quality assurance standards. 
• the need to move towards performance-based standards. 
• the need to have regulations which are clear and capable of consistent 
application and auditing. 
• the need for government agencies to adapt to changes in the logistics task.  
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7 SECURITY 
 
As security becomes a major issue worldwide, there is increased concern about the potential 
for using commercial transit vehicles as instruments in carrying out attacks on military, 
civilian or industrial targets.   
 
The use of a commercial aircraft in the September 11 attacks and the use of a rental truck to 
bomb a federal building in the US are painful and recent examples.  Following the 
September 11 attacks there has been a tightening of security at Australian aviation and 
maritime centres.  The role of government is to provide the policy framework and to 
regulate industry compliance with policy legislation and standards, as well as to investigate, 
evaluate and act on current and changing threats.  Industry, however, has its own problems; 
heightened security at critical links in the supply chain can cause delays and bottlenecks 
which jeopardize the efficiency of the network.   Additionally, use of GPS and other wide-
area communications and vehicle-to-roadside data communication devices will be required 
to ensure cargos are not intercepted and tampered with.  Government will need to impose 
legislation that requires transport companies to outfit their units with the appropriate 
technology and equipment. This could be costly to the private sector, both in terms of 
hardware and training costs. Smaller transportation companies may not be able to justify the 
additional costs.   
 
In the US the government is currently initiating new measures to protect against the 
potential risks presented by imported goods.  The aim of the Cargo Security Initiative (CSI) 
is to reduce risk by scrutinizing goods whilst they are still in the country of origin.  The CSI 
requires that carriers provide detailed information about the contents of containers in 
electronic format 24 hours before the loading process begins.  If a shipment looks risky or 
the information is late, incomplete or otherwise suspect, US customs may halt the loading of 
the cargo in question; any delays will be potentially expensive because of the disruption of 
the supply chain.  The resulting costs to Australia to implement the required security 
measures may be substantial, and one argues whether it is feasible to expect the private 
sector to fund these implementations alone. Delay in implementing these measures may 
jeopardise the export industry and hence national economy.  Government needs to assess 
how to rate Australian ports and rail trucking networks for terrorist vulnerability. Decisions 
need to be made as to who will be responsible for security, who will fund technology 
requirements such as the implementation of receiving stations for tracking signals. These 
matters are further complicated by the fact that much of the freight transportation industry is 
in a mixture of state and private ownership.   
 
Governments have an important role in monitoring and deciding how to respond to threats 
(such as terrorist attacks) and other security incidents (such as hazardous materials transport 
incidents).  Responses and countermeasures may seriously affect the transportation network 
both in the short term (i.e. the shutdown of the U.S. aviation system for a few days after 
September 11); and in the long term (the continuing repercussions worldwide of continuing 
security delays processing air cargo).   
 
A study carried out by the US Department of Transport has summarised that enhanced 
freight security can have both good and bad repercussions.  Although the disruption to 
efficient logistics operations will affect the reliability and timeliness of deliveries, enhanced 
freight security and the implementation of the associated technology to achieve the level of 
security required, will also provide opportunities to increase efficiency and productivity as 
well as decrease social safety risks.   
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8 INNOVATION AND NEW TECHNOLOGY 
8.1 Benchmarking Supply Chain Performance 
 
Effective supply chain management is about integrating individual transport and logistics 
activities so that overall performance is maximised. Performance here might be in terms of 
costs, transit times and reliability, as well as other customer focussed measures. There needs 
to be enough incentives for each player in the chain to be encouraged to increase the 
performance of the total chain.  
 
Australia has by and large not achieved effective supply chains. There is a lack of good 
information and understanding of roles of government in supply chains. There is little useful 
data to perform benchmarking of entire supply chains or individual elements of those chains. 
Such data has recently started to be collected in the US and EU (Austroads, 2002). 
 
In 1999-2000 the BTE estimated that freight logistic activities represented approximately 
nine percent of Australia’s GDP, this compares favourably to North America (11%), Europe 
(12%), some parts of Asia (12%) and Africa (18%).   
 
The Victorian Transport, Distribution and Logistics Industry Action Plan has put forward a 
number of strategic initiatives to improve supply chain practices within Victorian industry, 
including: 
 
• benchmarking supply chain management performance.  
• undertaking demonstration supply chain collaboration projects. 
• delivering government business support programs to transport, distribution and 
logistics enterprises, VicDSRD (2002). 
From a country perspective, the national supply chain can be regarded as a collection of 
individual industry supply chains, working together to effectively manage the flow of 
materials.  It includes integration of key processes, strong partnerships between transport 
nodes, and an atmosphere of trust within the business community, which is an important 
factor in developing the IT applications required for a seamless flow of information and 
efficient supply chain.  Governments need to put forward strategic initiatives which show 
vision and leadership. They need to support reliable telecommunications infrastructure, 
support training subsidies and objectives to provide the human resources with the right 
technology skill sets and they need to be proactive in their approach. Effective supply chain 
management is a strategic issue for national governments.   
 
When considering the four key enablers of an effective supply chain, i.e. organisational 
infrastructure, technology, strategic alliances and human resources, one can ascertain that 
both Government and business will have a critical role in improving supply chain practices.  
Although currently the emphasis is on the implementation of technology it is not the only 
critical enabler. It is essential that both Government and business increasingly support the 
building of strategic alliances between all sectors, real-time connectivity and trust, effective 
management and sharing of information.    
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It is important for Government to support the training of new skills.  Research has shown 
that implementing reengineered supply chain processes without making human-resources-
related changes in job structures, roles and responsibilities is a formula for disaster.  In 
regards to the implementation of technology in the supply chain Governments need to give 
guidance on the adoption of standards for data collection, capture and management, it is 
becoming clear that companies need to define their SCM data and system performance 
requirements before selecting software solutions, funding for research into standard 
acceptable set of XML schemas and other models to be used throughout the industry is 
essential for the ultimate implementation of seamless data integration.   
 
There is a need for a mixed programmes of research/consultation/advice to increase 
companies awareness of the pitfalls and opportunities for efficiencies in supply chain 
improvements and to promote the use of best practice (especially the smaller and medium 
sized companies which are often unaware of the benefits and do not have the skills or 
knowledge for the implementation of the required technology).  Government needs to 
consider innovate approaches to support these companies in adopting modern logistics 
techniques, whether through direct financial assistance, education, training and /or publicity 
programmes. 
 
Increasingly studies are confirming that although supply chain management does not have to 
be outsourced to be efficient, there must be a single party somewhere in the supply chain 
which has the authority, information and incentive to take overall responsibility.  Ownership 
and management of data issues may hinder this progress, it is essential that the various 
internodal sectors develop trust and co-operation. 
 
 
8.2 Incentives for the Uptake of E-business Systems/Processes and 
Information, Communication Technologies (ICT) 
There has been a slow rate of uptake of information and communication technology by the 
FL industry, due mainly to lack of awareness and the very fragmented nature of the industry. 
Although small and medium sized enterprises (SMEs) are often compelled to take up new 
technology by larger partners, they do not see the bottom-line benefits of new ICT uptake.  
The uptake of e-business is different between modes probably due to historical and cultural 
reasons.  
 
Supply chains are increasingly global in nature and hence there is a need for compatibility of 
e-business systems and technologies. For example, tracking data and information on 
consignments needs to encompass the entire chain irrespective of national boundaries. 
Australian logistics players have developed some advanced systems, such as the e-
commerce applications of the Australian Customs Service. Systems for the booking of 
vehicles have been developed extensively at the ports interfaces.  
Governments could: 
 
• provide incentives for its projects and for e-business technology and systems 
uptake. 
 
• promote dissemination of information to increase awareness of e-business 
models. 
 
• benchmark and establish performance indicators. 
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• undertake data collection on freight flows. 
 
• encourage private-public partnerships in its and other areas (eg: regional 
intermodal centres). 
 
• provide for common standards and linkages across all tiers of government 
(federal, state and local).  
 
In Victoria, initiatives to increase the uptake of ICT and e-commerce include supporting ICT 
demonstration projects; help to establish simple and accessible training in ICT; and 
supporting development of inter-operable systems, VicDSRD (2002).  The effective uptake 
of e-business systems in FL requires analysis of the risks and opportunities to ensure 
effective implementation, as identified by Logistics Association of Australia (2002). 
   
Government promotion of EDI (electronic data interchange) in the logistics area in Japan 
has led to the establishment of the Logistics EDI Promotion Organisation, Allen Consulting 
Group (2001).  However, opening up from EDI to an Internet model gives rise to security 
and contact issues, and many carriers are reluctant to make the transition.  Additionally, 
despite the promise, many transportation companies that have implemented e-business have 
had trouble in fulfilling the customer supply chain expectations.  Problems can arise due to 
lack of technology at intermediate internodal links along the chain, non-integration of 
available data (i.e. a logistics manager or customer may have to browse several web sites to 
keep current). Differing carriers may not always use or retain the unique consignment 
number that the customer utilises, thus making it currently impossible to locate the 
consignment continuously for tracking.  In order that the system can operate efficiently, 
standards need to be formatted that apply throughout the interconnecting internodal systems, 
co-operation and trust must exist between the various carriers and the technical and 
structural infrastructure to support the technology must be in place.  Governments need to 
support efforts to identify the weaknesses in the supply chain link, and maybe required to 
subsidy or provide incentives to private industry to implement the improvements to allow 
these weaknesses to be overcome.   
 
The advancement of web services technology may, however, alter the uptake of e-business 
throughout the transport industry.  Web services will enable customers, partners and 
operating groups to link without the problems of implementing expensive compatible 
software and data storage systems.  The provision of web services also accentuates the 
ultimate need for a standard XML schema to be used throughout out the logistics industry.  
 
The Trade Development Board launched an e-business strategy for New Zealand exporters, 
with the main emphasis on e-business take-up in SMEs and its use in product and service 
marketing, Allen Consulting Group (2001). 
 
8.3 Implementation of Intelligent Transport Systems (ITS) 
Strategies  
In the US, a number of studies are underway aimed at infrastructure development of 
intermodal freight connectors on the National Highway system and intermodal freight 
capacity. Initiatives include international border clearance; intermodal freight technology 
and ITS testing; studies on truck size and weight; and container standards, OECD (2001). 
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Canada is also in the process of defining specific policies to promote intermodal transport 
and ITS, in line with Canada’s National Transportation Strategy.  The approach has been to 
facilitate intermodal activity, primarily by making it as easy as possible for the marketplace 
to operate, Allen Consulting Group (2001). 
 
The EU project, WORKFRET has the objectives of analysing existing working cultures and 
organisational/managerial structures characteristics in European freight transport systems; 
examining implications of the integration of new technologies, new logistics and production 
systems; applying technology assessment tools; and suggesting policy measures, EC (2000). 
 
The Hong Kong Government has completed an ITS strategy review study and is 
implementing various core projects. An example is a centralised data warehouse for the 
provision of traffic information available to transportation companies as well as public 
transport users and motorists. 
 
In Norway, the principal Government policy regarding ITS is to leave the development of 
new innovations to the private sector, whilst the role of government is limited to securing an 
even playground.  The exception being the funding of research.   
 
In Finland, all ITS related research is developed by taking an interdisciplinary and multi-
stakeholder approach.  Businesses are encouraged to collaborate and make voluntary 
agreements to work together on ITS, environmental and transport charters and integrating 
ecological horizontal approach in their activities. 
 
The Tasmanian Intelligent Access Project will deliver information to road users via a single 
and nationally consistent interface.  The aim is to assist policy makers with the maximum 
productivity of the road transport network, safety outcomes and compliance with permits, 
TDIER (2002). The latter is also undertaking an Intelligent Vehicle Trial to investigate the 
feasibility of establishing a network-wide road-use information system relating to heavy 
vehicles from both a policy and technology perspective.  A potential application is improved 
access management for heavy vehicles.  This project was adopted as a national 
demonstration project.   
Research and Development 
 
Research and development, supported by governments, may be the key to providing 
innovative solutions to improving the freight and logistics industry in terms of transport, 
communications, safety and environmental impacts. A number of research projects are being 
undertaken around the world.  A selection of projects and strategies are summarised in Table 
7.1. 
 
However, according to DoTaRS, Australian transport industries have been slow to adopt 
ITS.   According to NOIE only 50% of the road freight operators had an internet connection 
(assessed Nov 2002). Studies have shown that freight operators do not perceive a business 
benefit from current e-business systems when weighed up against the costs of investing in 
new technology. 
 
 
8.4 Risks and benefits in the uptake of Transport Telematics (ITS) 
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Studies in the US found that carriers using ITS experienced productivity gains from five to 
twenty-five percent. Studies by the European commission identified that advanced freight 
and fleet management systems can save twelve per cent in despatch times and six per cent in 
distances travelled.  ITS Australia estimated that the expansion of ITS technologies will 
produce additional gross benefits of A$14.4 billion by 2012, (based on A$3.2 billion in 
vehicle fleet efficiency; A$7.5 billion in congestion and time savings; $A3.8 billion in 
safety; and $A63 million in environmental related benefits.  Switzerland, Canada and the 
UK have also undergone similar studies and although they have not reported specific 
benefits, they have clearly identified the technologies that will provide benefits in the areas 
identified.  
 
However, there are also clear risks and challenges which will confront the efficient 
implementation of ITS which need to be addressed.  The lack of standards or 
interoperability is a key issue, as is a need for a strategic vision for a co-ordinated ITS 
implementation throughout the market and personal privacy issues, all of which demand 
guidance from national governments. 
 
8.5 The argument for Transport Telematics (ITS) Architecture 
 
In ITS functionality, interoperability is a main key issue. Without interoperability ultimate 
operational efficiency cannot be achieved.  Interoperability cannot be gained without full 
cooperation from all the parties and shared vision in the ultimate goal.  For example, several 
carriers in Australia have already implemented GPS related technologies. Until all the 
carriers have implemented the technology there will be gaps along the tracking route. Unless 
the information is displayed in one portal, tracking may involve searching several portals 
trying to obtain the information required.  Other problems may result from interference, 
convergence with other users and non-uniformity in GPS frequencies.  
 
The problem is accentuated when considering logistics at a global level. Hence, to avoid 
costly mistakes and to effectively deploy ITS, a national strategic view is essential.  The 
European Commission have requested the European Standards Organisations to draw up a 
common programme of work and standards in Intelligent Transport Systems.  It is envisaged 
that the programme shall cover the market needs for standards up to the next decade.  From 
this a system for systematic establishment of ITS policies and strategies can be developed, 
maintained, purchased, or driven down and renewed. 
 
Similarly, the Finnish Ministry of Transport has developed the Finnish National 
Architecture for Transport Telematics.  The benefit of the architecture is to provide greater 
systems interoperability.  The architecture also enables organisations to develop greater 
functional efficiency, encourage the creation of multimodal telematic services and speed up 
the development of new systems. 
 
It is essential that Australia consider international accepted standards in ITS.  Australia’s 
ITS architecture needs to be compatible with its global partners in order to facilitate future 
international trade agreements and interoperability of supply chain logistic systems. 
Additionally, until there is co-ordination and co-ordinated standards of technology within 
the industry, delays and misunderstanding are likely to evolve between the different parties 
and hence potentially lead to congestion and delays on the supply chain.   
It is evident that governments have a vital role in innovating and guiding strategy and 
architecture developments and that innovative approaches are laid in place to ensure the 
compliance with the standards by all parties.  Those that lack capital or skills to comply 
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should be offered alternative options as required, whether it be in the form of subsidised 
education or training or financial subsidies or assistance to implement necessary technical 
equipment. 
8.6 Privacy Issues 
 
Another significant issue related to the implementation of ITS is the issue of privacy.  
Although at present use of some simple surveillance applications and toll collection systems 
have not resulted in serious complaints against their use, there is a growing undertone of 
resentment and questioning about the implementation of more sophisticated surveillance 
equipment (i.e. the current revenue debate about the positioning of speed cameras).   
 
With the growing concerns on traffic congestion, capacity and security and requirements of 
freight tracking to enable efficient processing of logistics, many of the data needs in the 
future will require sophisticated surveillance and identification capabilities and will be able 
to be used to monitor and trace individuals both in “real time” and retrospectively.    Carrier 
companies will demand the implementation of more intrusive and sophisticated ITS 
technologies, data recorded from these systems will held openly by logistics partners, 
whether they be the carriers themselves or 3rd/4th parties.  Such information could be very 
relevant in analysing accidents or other road incidents, so should the information be 
available to other members of the community.         
 
This technology has both social and political implications and parliaments and government 
regulatory agencies will have a critical role in order to ensure that legal and operational 
standards are set regarding the protection of such data and collection methods.  Close 
investigation on this issues and other privacy-related questions associated with new 
technologies must be explored thoroughly now to ensure that they do not arise in the future 
and cause critical damage to the ITS implementation strategy and hence potential cause 
millions of dollars cost to the supply chain efficiency and national economy. 
 
9 EDUCATION 
 
Education and training are the responsibilities of both the public and private sectors and 
involves both the adequate training of those who build the network and operate the system, 
as well as those who use it.  It is recognised that the organisational structure of freight 
transportation is changing as it shifts from the traditional “pull” logistics to “push” logistics 
and “just-in-time” methodology.  This is creating a shift from a simpler, sometimes isolated 
concept to a more complex, integrated system of logistics, intelligent operating systems, 
flexible complicated internodal services and a requirement to co-ordinate with other 
systems.    The increasing utilisation of technology, changing consumer demand and 
environmental concerns will continue to have a considerable impact on freight logistics in 
the future.   
 
The paradigm shift in freight transportation operations, the growing need for a holistic 
approach and the increasing awareness and importance of sustainability requires that 
education and training address these issues.  Governments’ role to ensure that Universities 
extend their transportation curricula to address freight concerns.  The US Federal Highway 
Administration study on freight transportation highlighted that educating and training a 
skilled knowledgeable workforce is critical to building and maintaining a productive and 
competitive freight transportation system.  The report states that not only should 
Universities address freight concerns in their transportation curricula, but should also extend 
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the curricula to “broader policy issues associated with freight movement, trade development 
and the relationships between freight and other social objectives” 
 
In the UK , the white paper on training for June 2002, set out innovative ways to plug 
industrial skill gaps, one of which would be Government payments to big companies that 
dominate supply chains to train workers at smaller businesses. 
 
10 ENVIRONMENTAL IMPACTS 
 
There are a number of policies, strategies and research projects relating to environmental 
impacts of the FL industry being undertaken by governments around the world.  Some 
examples are given in Table 8.1. 
 
10.1 Road Safety 
 
Safety has become a high priority in both US, EU and Australian transport policies.  Over 
the last 50 years there has been many safety initiatives undertaken and most of these have 
resulted in improvements to the overall transportation safety record.  However there is still 
room for improvement and as predictions of ever increasing road haulage become reality 
safety concerns are heightened.  In the US about 12 percent of all highway fatalities 
involved large trucks (USDOT FMCSA 2002).  The Federal Motor Carrier Association has 
set a goal of reducing truck-related fatalities by 50 percent in 2010.  
 
Speed management methods for roads across Europe have been assessed, leading to 
recommendations such as speed limits for roads of similar classification; guidelines for 
application of speed management measures; preparations for the introduction of in-vehicle 
speed limiters; automated speed enforcement; internalising external costs; and campaigns to 
raise public awareness about the impacts of speed, EC (2001e). 
 
In Australia about 10% of road fatalities involve haulage vehicles (Australian Transport 
Safety Bureau 2001).  Likewise a growth in cargo traffic presents safety risks to recreational 
boaters and mariners plying for shared waters.  As a greater number of freight vehicles 
compete along urban highways with passenger vehicles, safety must remain a high priority.  
 
Europe, Japan, Australia and New Zealand are investing in information technology to 
achieve gains in highway safety.  For example Japan’s Advanced Highway Safety System is 
now testing the intersection Guidelight System to warn approaching vehicles of potential 
danger where alignment obstructs sight distance. Sensing devices installed within the 
roadway environment detect problems.   
 
New South Wales has installed a series of Safe-T-Cam cameras on the main transport routes 
in order to detect heavy vehicles travelling beyond prescribed hours or at excessive average 
speeds, NSWRTA (1999).  Another use of technology is the Truckalyzer, an automated 
portable dynamometer that measures commercial vehicle brake and front suspension 
performance and screens for vehicle weights 
 
The National Road Transport Commission (NRTC) is developing the regulatory proposal 
for prescribed driving hours.  The key outcomes sought are to achieve improvements in road 
safety; achieve improvements in transport productivity; facilitate the implementation of 
policies and practices that will assist in the management of fatigue in drivers of heavy 
The Role of Governments in Improving Freight and Logistics   27 
                       
Transport Research @ QUT 5/12/2005 
vehicles; and achieve a consistent approach with Occupational Health and Safety legislation 
in managing fatigue in the road transport industry, NRTC (2002). 
 
As the methodology of “push” logistics is developed and pressure on the commercial 
transportation companies for just-in-time deliveries increases, competition amongst the 
carriers will magnify.  Additionally, with the prediction that low-volume, short distance 
journeys will increase, this will increase the number of new smaller transportation providers.  
Increased competition will force some of the smaller carriers to lower transportation costs 
and hence lower their profit margins; the risk in this is that spending on safety will be the 
first line item reduced.  Governments’ role is to continue to make safety their first priority 
and to monitor regulatory policies in this area, ensuring compliance in the face of an 
increasing mix of freight and passenger traffic competing in the same system. 
 
10.2 Species Control 
 
An important environmental issue facing the freight industry and of particular importance to 
both Australia and New Zealand is the accidental or deliberate introduction of non-
indigenous and/or contaminated plant and animal species into the country. For example, 
loose soil is an ideal medium for carrying weed seeds and a range of destructive diseases 
including foot and mouth, the introduction of which could seriously affect Australia’s 
agricultural production. 
 
 As containers arriving at ports become larger and more frequent, demands on the port 
authorities to clear the containers quickly and efficiently will increase.  Although current 
procedures for checking freight are fairly extensive as port activity increases, demands on 
the efficiency of container clearance methods will be increased, as will the potential for 
accidental oversight.  Imposing stricter regulations and procedures to control this intake 
could create bottlenecks in the supply chain at a most critical and significant link.  
 
Another threat is the introduction of non-native species from ballast water, shipping vessels 
are responsible for the dumping of approximately 121 million tonnes of ballast water into 
Australian waters every year (AusStats 4605.0 Australian Transport and the Environment).  
In the US the federal government and transportation industries have instituted monitoring 
and treatment programs to deal these environmental threats, the US Environmental 
Protection Agency are currently investigating what options are available under the Clean 
Water Act and other laws to control the contamination from ballast water. 
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Table 7.1 R&D Related to Freight Logistics issues 
Europe Framework Programmes - European Community funded Research and 
Technological Development programmes to improve the competitiveness of 
European industry and provide support for the development of common policies, 
EC (2001f) 
OECD provides a co-operative framework for co-ordinating national research in 
road transport and intermodal linkages, primarily through concerted actions and 
seminars.   
X-Modall - to examine and validate the feasibility of a new concept in freight 
transportation designed specifically to meet the requirements of European 
industry in the 21st century and to provide a sustainable freight transport system, 
EC (2000). 
Trans-European network - research has aimed at supporting the evaluation and 
implementation of the investment programme, EC (2001). 
Freight Intermodality – main areas of research have been to find solutions to 
those problems impeding the further growth of integrated freight transport, EC 
(2001g). 
Transport pricing - aim of research on transport pricing has been to show that 
pricing reform is both practical and effective, EC (2001c). 
SORT-IT - aim has been to determine regulatory and organisational structures 
for transport that promote efficiency that maximise external benefits, EC (1999). 
Other areas of research include - infrastructure and common services; 
information systems for European transport; improvements to road safety; 
telecommunication systems and use of advanced technologies in rail freight; 
intermodality for freight transport; and managing ITS innovation, EC (2001g). 
 
Finland The main focus is the promotion of integration between different transport 
modes and increasing operational efficiency.  Two research and development 
programmes (Transport Ministry sponsored); development of ITS; and 
improving operating conditions for logistics chains, OECD (2001). 
 
Mexico The Ministry of Communications and Transport supports research on 
containerised transport and modal integration at ports through the Mexican 
Institute of Transport, a centre of research and technological development for 
transportation, OECD (2001). 
 
UK Department for Transport - LINK Future Integrated Transport (FIT): Integrating 
transport and e-commerce in logistics supply chains; assessing the potential for 
rationalising road freight operations; and integration of multi-modal reliability in 
the assessment of transport schemes, UK Dept Transport (2002a). 
 
USA National Transportation Education Strategy – a research and development 
strategy to invest in the skills and abilities of professionals and workers who 
contribute at all stages of the national transport systems, Allen Consulting Group 
(2001). 
 
Australia TRESIS: transport and environment strategy impact simulator; and review of 
freight transport chain case studies, ITS (2002). 
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Table 8.1 Treatment of Environmental Impacts: Examples 
Europe UTOPIA, 
(EC, 2001d) 
Project aimed at providing decision-makers with the necessary 
information base, tools and guidelines to support the 
introduction of promising urban transport solutions based on 
cleaner vehicles.   
 Marco Polo 
(EC, 2001a; 2002) 
Continuation of the PACT (Pilot Action for Combined 
Transport) program. Main goal is to reduce road congestion and 
improve the environmental performance of the whole transport 
system by shifting freight from road transport to sea, rail and 
inland waterway transport. Aims to support intermodal 
initiatives. 
UK Powershift 
(UK Dept Transport, 
2002) 
Program to investigate and promote the use of alternative fuels; 
the budget for this program was trebled by the Government for 
2000-01 to £10 million. 
 Motorvate 
(UK Dept Transport, 
2002a) 
A Government-backed award scheme designed to help 
companies cut their fleet travel costs and help the environment 
by setting targets for improving fuel efficiency and reducing 
mileage. 
 Cleaner Vehicles Task 
Force 
(UK Dept Transport, 
2000) 
Tasks include identifying: the steps needed for an effective 
market transformation; role for technology; and role fleets can 
play. National objectives include the ‘Air Quality Strategy’ and 
‘Climate Change: Draft UK Programme’.  These set national 
objectives for reducing levels of pollutants. Government is 
consulting on whether to set benchmarks or targets for 
congestion. Since the Task Force has been in existence, almost 
all of the UK diesel market is now using cleaner ultra low 
sulphur diesel. 
 Graduated vehicle 
excise duty (VED) 
(UK Dept Transport, 
2000) 
Introduction of financial incentives in favour of cleaner vehicles 
and fuel. From March 2000 budget a 1p/litre duty differential 
was introduced for ultra low sulphur petrol. From March 2001, 
VED (vehicle excise duty) to be based on CO2 emissions. 
 Low Emission Zones 
(UK Dept Transport, 
2000) 
Areas excluding the more polluting vehicles to improve local air 
quality are being investigated.   
Research commissioned jointly by DETR and Westminster City 
Council has assessed the feasibility and effectiveness of 
introducing such a zone in London. 
Canada Freight Efficiency and 
Technology Initiative 
 
 
Freight Sustainability 
Demonstration Program 
 
(Transport Canada, 
2002) 
One of five transportation measures under the Government of 
Canada Action Plan 2000 on Climate Change. Designed to 
reduce the growth of greenhouse gas (GHG) emissions from 
freight transportation. 
 
To support the demonstration and evaluation of innovative tools, 
technologies and best practices which have the potential for the 
cost-effective reduction of green house gas emissions and where 
early adoption is impeded. 
Czech 
Rep. 
Combined Transport 
Initiative 
(OECD, 2001) 
‘System support of combined transport development in the 
Czech Republic  in 1999-2000/2005’, aims to ensure  a partial 
transfer of road freight to rail and water modes   
 
Japan 
 
Comprehensive 
Logistics Policies 
(Allen Consulting 
Group, 2001) 
Introduced by government addressing economic 
competitiveness and environmental issues. 
 NSW - VKT (vehicle 
kilometres travelled) 
Targets 
(NSWEPA, 2001) 
Government has committed to a two-phased VKT target 
to achieve zero growth in per capita VKT by 2011; and 
to achieve zero growth in total VKT by the year 2021. 
 Review of greenhouse 
gas emissions 
(NTS, 2002a) 
Objective to deliver review of freight greenhouse gas emissions 
and recommend to the Australian Transport Council a strategy 
framework and specific national actions to reduce freight 
transport emissions. 
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Annex A – Examples of Freight Related Performance 
Indicators 
 
Performance Indicator Comments/Used Where? Reference 
Mobility/Accessibility   
Avg. speeds on arterials A m peak; pm peak; off-peak and all day 
travel speeds in Melbourne; 
Peak hour travel times in Perth 
Average peak travel speeds in Adelaide 
Average peak travel speeds in Sydney 
VICROADS Corporate Plan, 
2001-2004  
Main Roads WA, Directions 
and Priorities, 2000-2003 
Transport SA – Corporate 
objectives for transport 
outcomes, 2001 
RTA Strategic Plan 2000-
2005 
Congestion index Based on avg urban speeds in UK (target 
by 2010 same as now) 
Transport 2010, UK Dept 
Transport, 2000 
Lost time due to congestion 
Proposed in US Cambridge systematics et al 
(2000) 
% kms for given Level of 
Service 
Peak period, Santa Clara Valley 
Transportation Authority 
TRB (2001) 
Travel time variability 
Major arterials in Adelaide 
Users attitudinal surveys, Colorado DOT 
and Minnesota DOT 
Transport SA – Corporate 
objectives for transport 
outcomes, 2001 
Colorado DOT (1999); TRB 
(2001) 
Predictable travel times - 
freight 
Metro travel times by route and time of 
day – freight users data, Minnesota DOT 
TRB (2001) 
% users satisfied with 
travel information 
RTA, NSW; Minnesota DOT RTA Strategic Plan 2000-
2005; TRB (2001) 
Reliability and 
effectiveness levels 
Cross modal survey of users opinions. 
Washington State DOT 
TRB (2001) 
Freight travel time to 
national and global markets 
Travel time to major regional, national, 
global markets by road, rail and air. 
Proposed for Minnesota and elsewhere in 
US 
TRB (2001); TRB(2000b) 
Freight satisfaction index 
or travel time measurement 
for freight routes 
Still to be developed for SA Transport SA – Corporate 
objectives for transport 
outcomes, 2001 
Timely access to 
intermodal terminals 
Number of bottlenecks slowing access to 
terminals. Proposed in Minnesota 
TRB (2001); TRB(2000b) 
Air quality   
Air emissions Four specific tailpipe pollutants, Santa 
Clara Valley Transportation Authority 
Meet national air quality strategy targets 
TRB (2001) 
 
Transport 2010, UK Dept 
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Performance Indicator Comments/Used Where? Reference 
for carbon monoxide, lead, nitrogen 
dioxide, particles, sulphur dioxide 
Transport, 2000 
Greenhouse gas emissions Reduce by 12.5% from 2000 to 2010 in 
GB 
Transport 2010, UK Dept 
Transport, 2000 
No days of non-compliance 
on air quality standards 
Proposed in US Cambridge systematics et al 
(2000) 
% vehicles tested which 
achieve emission standards 
RTA, NSW RTA Strategic Plan 2000-
20005 
Flexibility   
Reserve capacity on system 
 
Proposed in US Cambridge systematics et al 
(2000) 
No. corridors with 
reasonable alternatives 
during closures 
Proposed in US Cambridge systematics et al 
(2000) 
Other   
Investment and operating 
budget as % GSP 
Public and private investment. Proposed 
for Minnesota 
TRB (2001) 
Freight intensity Change in overall freight traffic and road 
freight traffic as a % of GDP 
Transport 2010, UK Dept 
Transport, 2000 
Competitiveness of freight 
rates 
Shipment cost/tonne by mode by 
commodity. Proposed by Minnesota 
TRB (2001) 
Road freight costs Proxy for road freight efficiency levels in 
WA 
Main Roads WA, Directions 
and Priorities 2000-2003 
Rail freight mode share Increase from 7% in 2000 to 10% in 2010 
in GB 
Transport 2010, UK Dept 
Transport, 2000 
 
 
 
 
 
